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REG ION AL PLAN NING: OMAHA IN THE INTERN ATIO NA L CO NTEXT

Peter E. Pflaum

Introd uction
Attitudes, methods, and resu lts of local an d regional
planning as practiced in Omaha versus Grea t Britain are discussed
in this paper. The article was stimulated by comparisons tha t
were obvious to the author after recently spending three months
in England. The pri ncipal factors involved in the Omaha-England
comparison arc: (1) the organizational and adm inistrative structure of the plan ning process, (2} the attitudes in the public and
private domain towards planni ng, and (3} the relative costs and
benefits of planning.
Whil e the American experience is to question the efficiency and capability of institutions of government to del iver
on promises, the British to a large extent assume ho nesty and
min imum efficiency in their civi l service. The differences in
preconceptions about the nature of col lective action have affected t he plann ing process.
Framework for Piann ing
The question of the proper organizational str ucture and
fram ework for city and regional planning has been foremost in

the minds of urban managers and planners for some time. The
Greater London Council, fo r example, has jurisdictional and
contractural arrangements with cities in the whole of Sou theast England. Starting from a master plan 1, which is a description of the desired locations of populatio ns and industry for
Southeast England, the Council is directly responsib le for
development of new towns and "spillover towns" 2 through the
implementation of the master plan.
Eight major new towns have been developed by the
Greater London Council to relieve population pressures from
the County of London. The taxing and fiscal au thority of the
Council operating in col laboration wit h the home office provides
the fiscal and administrative base for the development of these
towns. More sign ificantly, the spillover arrangements affect
r

1South East Joint Plann ing Team. Strategic Plan for the South East
vol. I-IV, (1970-1971).
2 Keeble, D. E., "Industrial Movement and Regiona l Development in
UK", Town Planning Review, vol. 43, No.1, January 1972.

has the same protections as na tional civil service.
The clear disadvantage of the British system is the lack of
responsiveness to poli tical an d other ki nds of local social forces.
The British regional authorities, with a large professional staff
and complex rules and procedures, can overwhelm the average
land owner or small community. 3 The process of getting
building permits, land rezon ing, or making any modification in
master plans is extremely difficult and frustrating. The individual
citizen does not have easy access to information or methods of
influencing the planning process. Members of local councils also
complain that they are not really being informed o r consulted
about the plann ing process. This kind of system can lead to a
arbitariness, certa in rigidi ty, and give the average citizen the
feeling that he cannot control man y aspects of hi s own life.
Building code regu lations and aesthetic requirements often give
uniformity to British architecture. While new American developments such as those which surround Omaha are not necessaril y
architectural gems, there is undoubtedly more variety in type
and style of architecture than in England. Rigid building codes
and aesthetic standards explain part of thi s. It is obviousl y
easier to build uni ts which are almost exact copies of old ones
than to hassle with the local councils about any kind of new
architectural design.
Attitudes Towards Planning

communities as far away as one hundred miles. The idea of the
spi ll over arrangement is that the Greater London Council will
pay part of the cost of develo ping housing and industrial sites
in communities which ex pand within Southeast England. Priority
is then given to families moving from the New London area.
Therefore, a town like Thedford which is 90 miles fro m London
receives direct financial assistance from the Greater London
Council for the development of housing and industrial locations.
This has allowed a small community of 8,000 to grow to 24,000,
with a projected population of over 50,000 by the end of the
century. The process of growth has been reasonably orderly and
all facilities have been developed in a comprehensive plan. There·
fore, Thedford knows the number of school rooms, parking
spaces, household units (by size an d cost), and the need for
sewage, water, land, and recreational space that it needs
between now and the end of the century.
One striking benefit of this planning system is that small
towns within the economic areas of large cities do not wither
and die as they do in many areas in the United States, but
instead grow and develop in a healthy manner. The framework
for planning in England has been regional in scope. The new
'Local Government Act' has created regional author ities which
will become the operating authorities for the majority of city
services, education, water, sewage, recreation, and similar city
needs. Social services have also been reorganized on a regional
basis with the regional commissioner responsible for service
coordination. The smaller villages and towns have only a few
symbolic actions left to their control.
England's regional approach contrasts sharply with the
planning process in the Omaha-Metropolitan Area. In fact, within
the metropolitan area, the Omaha-Douglas County situation
indicates that there is little requirement for having two overlapping governmental jurisdictions. The natural administrative
and planning unit would probably be the three-county area of
Douglas and Sarpy Counties in Nebraska and Pottawattamie
County in Iowa.
The reason the British can move rather rapidly to reorganization while the process of consolidation and reorganization in the Omaha area is so slow is that Parliament has complete
authority over local governments. Constitutionall y, the State of
Nebraska maintains the same sovereignity over local government,
but American states have never shown a desire or willingness to
reorganize local government in the face of opposition. Existing
governments resist being reorganized or being put out of
business. A rational pattern would be providing planning authorities with the political power to carry out the plans. This role is
continuously violated in the Omaha area by separating planning
from political power and authority. Therefo re, plann ing becomes
a "never, never land" where the people responsible for implementation are different from those who are developing the plan.
This clearly does not work. If the British had something like the
Omaha-Counci l Bluffs Metropolitan Planning Agency (MAPA),
the agency would be responsible for the planning and execution
of those administrative areas under its domain.
Even a cursory examination of the organizational differences between Great Britain and Omaha point out the higher
level of rationality and control which generally exists in Europe
and which is generally absent in America. This also implies a
more professional and stable local government work force which

come in England is about half that in the United States, the cost
of housing is generally about a third more. Hence, t he Inco me/
housing ratio in England is much higher with the exception of a
fairly large number who live in Council Ho usi ng--locally subsidized un its.4
The British government is certainly aware of the affects of
its policies on housing costs. At the same time, it is aware of the
great pu bl ic pressure for increasing the supply of housing. The
generally accepted attitude, though, is that the expansion of
housing cannot be accomplished at the price of a lower ·qual ity
environment.

ences in land usc and housing planning.
English towns simply do not sprawl out into the countryside nor do they have strip developments of commercial
activities on the highways or sho pping centers of the American
type. Modern plan ni ng practice in England emphasizes the
downtown pedestrian mall with parking areas within t he immediate area . Plans for expansion maintain the concentrated downtown shopping areas with very little or no peripheral commercial
development. Industrial areas arc clearly marked off in industrial
parks and those parks are often in close proximity to the
housi ng. In the better planneq towns and in some of the new
towns, motor vehicle, pedestrian and bicycle traffic have been
separated. The ideal of the British town is to allow people to
work, shop and attend school within the neighborhood complex
without the use of the automobile.
In America, the interest in such planning techniques has
been considered more aesthetic than practical. The desire of
planners to fol low particular principles of design and practicality
has been looked at somewhat as unnecessary frill. The market is
not interested in sustai ned good planning. A planned community
such as " Regency" where there is proven commercial response to
such elements as curved streets, ·undergrourrd utilities, planned
recreational facilities, and so forth is basically a matter of consumer taste. As long as people buy units which are physically
isolated, which are not easily accessible to schools and shopping
faci li ties, and which necessitate the usc of the automobile and
consequent traffic jams, it must be concluded that these are not
considered serious problems. As long as these units are commercially viable, the general concl usion has been that people are not
dissatisfied wi th the facilities.
Basical ly, the British attitude is that it is not a matter of
consumer taste, but a responsib ility of society to provide well
planned environments. The potential social costs and benefits are
public responsibil ity rather than a matter of the operation of the
real estate market. The effect of limited expansion has been to
push up housing costs in England. There are real costs associated
wjth developing wel l-planned communities with limited and controlled growth. All of these costs come back in one form or another to the price of housing. Consequently, whi le the real in-

It is often been said that Americans adapt to planning in
their personal and corporate lives but resist it in their public
institutions. For the most part, Omaha's planning process in
terms of transportatio n, land use, housing, recreation, an d so
forth has been very weak compa red to the forces of economic
expansion and land speculation. Decisions have been fundamentally based on private property and profit rather than determined
by planning concepts or concepts of the general welfare. One just
needs to visit the outer edges of Omaha an d compare develo pment activities with any English town to see the stri ki ng differ-

3skeffington Report, People and Planning, Report of the Comm ittee
on Public Participation i n Planning, HMSO, 1969.

Summary
To date, planning in the Omaha area has been based mostl y
on political considerations centered in vested special interest
groups, a few committees, and certain members of the civic
leadership. As a result, sound planning practices have suffered.
T he need for effective planning is clear. Uncontrolled
growth clearly creates problems. The British have recognized and
acted on this, putting much more emphasis on reorganizing local
government and establishing regional plans (incl uding efforts to
meet qualitative as well as quantitative needs) to control growth.
Though there have been negative effects in terms of bureaucratic
rigidity and cost increases, the society as a whole seems to be
willing to pay these costs to protect and improve its environment.
I want to end with a comment about what can be learned
from cross-cultural experiments in planning and public policy.
The experiences of other nations in creating a healthy environment for their citizens shou ld enlighten us to new possibilities.
Although we cannot and shou ld not blindly adopt what others
have done, we can begin building a better system to meet our
local needs. What is clear is that we can do better if we try.

4Nevitt, A. A. (Ed.) The Economic Problem of Housing, London
1967.
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FREEWAY PLANNING AS A PROCESS OF SOCIAL CHANGE

Kwame Poku Annor

Freeways as an Effect of Social Change

The change in public attitude with regard to the energy
crisis and its future repercussions in public and private transportation, all show that freeway planning is at a new stage where it is
appropriate to review current planning policy and procedures
with the community in mind as well.
just as with the physical problems of engineering, if planners are to successfully plan public works involving social change,
they need models which describe this process. Such models
shou ld define the f un ctions of the planning process, and the
ran ge of choi ce open to planners in deciding the means by which
to approach plann ing problems. This includes the types of decisions which are made, the process by which planned change
occurs, and the relationships of the participants in the planning

The relationship between freeways and social change is one
of both cause and effect. In the past, freeways were considered
the effect of social and economic change rath er than its cause.
The freeway can be considered the effect of such social forces as
an expanding population demanding greater mobility, the need
for relief of congested transportation corridors, the desire for
transportation for the purpose of employment, business, trade,
and recreation to attract people to new areas.
Generally speaking, the attitude towards an urban highway
has been that if a new road happens to bring benefits to an area,
this is an unexpec ted bonus, but if it brings economic and social
hardship, this is dismissed in the name of over-all progress.
Accepting the freeway as an effect, planning should, therefore,
be co ncerned basically with existing or anticipated needs. One
example is that heavy traffic streets are often found cutting
through what would otherwise be a definite neighborhood.
Under this condition, the careful placement of a freeway can
often he Ip to define neighborhoods for future development.
Many areas within the city defy identification as neighborhoods
except by arbitrary definition which more often than not affect
school atte ndan ce areas and zones wh ich in turn foster so-called
neighborhood schools. This phenomenon has been detrimental in
bringing about progressive social "integration in the community,
particularly in the area of school attendance."

process. Federal and State Statutes relating to relocation payments, relocation assistance, or assurances of availability of
standard housing indicate (section 105 :c) among other things,
that "there be established, at the earliest practicable time, for
each urban renewal project involvi ng displ acement of families,
individuals, or business concerns occupying property in an urban
renewal area, a relocation assistance program which shall include
such measures, faciliti es, and services as may be necessary in
order (1) to determine the needs of such fami lies, individuals and
business concerns for relocation assistance, (2) to provide information and assistance to aid in relocation and otherwise minimize the hardships of displacement, and (3) to assu re the necessary coordination of relocation activities and other planned or
proposed governmental actions in the community which may
affect the carrying out of the relocation program". With such
understanding, the planner can operate more effectively. He can
focus not just on the end product of planning, but on how to
structure the planning process in order to produce a product
which achieves a more widely accepted sol ution to the wants and
needs of the community.
Development of the Need for Change

Freeways as a Cause of Social Change
The other view is that freeways are instrum ents of social
change since they can generate traffic as well as accommodate it,
and can therefore, serve to stimulate economic and social change.
Community response to the stimulus of the freeway wil l, of
course, depend on the capacity, ability, and desire to change
which exists in the areas to be served and on the suitability of
the freeway. I do not share the view some urbanites hold that
where there is a weak neighborhood organization, particularly
where a contributing factor is a lack of identity because of a lack
of geographic boundaries, a freeway can be used as a basis for
providing missing links in identity. This places a significant responsibility on communities and the State Roads Commission to
determine those changes deem ed desirable in the community and
the possibili ties, if any, for stimulating them through the location
an d design of the freeway.
Planning Methods: Community Inputs

A process of planned change typically begins with problem
awareness. This is translated into a need and desire to change. In
the relationship between the highway planner and the community, problem awareness should revolve around transportation
needs as part of over-all community planning.
Many problems in planning may be due to the fail ure of
the highway planner and the community to agree on the need for
a study. For example, if the hi ghway planner attempts to co nvince the community of the need, the community may not agree
on the va lidity of the diagnosis and the urge ncy of the proposed
studi es. If the community suggests the need, the n the highway
planner must assess the reality of th e community's desires for the
study. In cases where the highway department decides to proceed
with a study unil aterally, as when operating solely on the basis of
a rigid program of planning and constructio n, then the commun-

This paper appraises in a limited way possible approaches
to planning and methods of evaluating plans and identifies those
which might improve and expedite the planning process. The aim
is to provide views to enhance the planners' abi li ty and community awareness in order to develop feasible plans for rapid transit or
any public work in the metro area.
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same time be neutral enough to take a genuinely
objective and different view of the system's predicament.l
In t he minds of community interests, the highway department
should qualify as the expert in the construction of freeways and
demonstrate that they arc sensitive to the effects of a freeway on
the community. Highway departments must accent the necessity
and responsibility of convincing the community that it is prepared to understand and work with the community's needs and
values.
The Community's Role If a successful relationship is to
develop, the comm uni ty must be aware of its respon sibilities to
the planners. Lippitt, et.al., 2 indicate that:
... the client system must...(understand) about the
kind and degree of effort which must be put forth in
the collaboration with the potential change agent.
The clien t must not on ly understand the arrangement but he must at least tentatively agree to it.
This emphasizes the importance of legitimizing planning so that
all parties are agreed and committed to the chan ge process.
Establishi ng the proper planner-community relationshi p
and legitimizing the planning process arc partly organizational
and procedural questions.
Community Socio-Economic and Impact Studies The aim
of the community socio-economic and impact study, as part of
the process of legitimi zation and early planning, is to stimulate
the co mmunity to define its goals, both short and long range,
and to have an understanding of what must be done to meet
transportatio n needs in conjunction with other community
objectives. For this type of study to be of any va lue, it must be
done early in the pl anning process, rather than co min g very late
or not at all. To accomp lish th is, continuous contact with the
community would be required throughout the entire project.
The result of th is practice could be to give the planning
outfit the role of partner in community development rather than
casting it as t he villain who is going to tear the community apart.
Freeways should be considered in context with other possible
transportation alternatives for the community with attention
focused on the positive as well as the negative effects of
freeways, or other alternative plans.

ity is likely to be unresponsive. If both agree on the need, then a
viable change relationship can be established; otherwise, there
could be conflict from the outset.
Many conflicts have arisen as a result of citi zen concern.
The adoption of the Fifth Amendment in the U.S. Constitution
with the words" ... nor shall any person ... be deprived of... prop·
erty, without due process of law; nor shall private property be
taken for public usc, without just compensation," gives recognition to the importance of pri vate property in the U.S., and
guarantees the payment of just compensation when pri va te
property is taken for public use. The 'd ue process' provision of
the 14th Amendment makes this guarantee applicable to the
acquisition of property by the States. The right to compensation
in State acquisitions is also protected by Constitutional provision
in 48 states, and by court decisions in the o thers. The Constitution of the U.S. does not define "just compensation" or provide
any rules or techniques for implementing the guaran tee, and
Congress has not enacted any broad or definitive policy on the
subject. So, it has been left to the courts to develop the basic
principles and standards which arc used today to determine
whether property has been taken , what property has been taken,
and the measure of just compensation required.
In developing the need for cha nge, an important consider·
ation, then, is the means by which decisions are made to undertake particular planning studies.
Establishment of a Planner-Community Relationship
A workable change relationship between highwa y planners
and the community is esse nti al to the success of the planning
process. Yet, in freeway location planning, establishing the
proper workin g relationship between the highway department
and affected in terests in the communi ty is often neglected.
Establishing a successful relationship requires a "legitimization" of the planning process. This entai ls a full understanding between the highway department and the communities
as to the exact procedure of the study, the institutional arrangements and responsibilities, and the possible ultimate outcomes.
All parties need to recognize that the purpose an d intent of the
study is to select a freeway route location and that a decision
will be made. Whether or not th"e studies will include a no-freeway or "do-nothing" alternative as a possible decision outcome
should be stated. The activities and timing in the stud y, and
decisions to be made should be outl ined from the time of co m·
mencing studi es on through the period of construction and
adjustment.
Other important factors in establishing a successful rel ationship include:
Community's Perception of Highway Planners The co mmunity's perceptions of the highway department with respect to
estimates of its ab ili ty to give help, its inferred motives, and its
attributed friendliness or unfriendliness are important. Gove rnment agencies, such as a highway department, have a particularly
difficult task alteri ng their images as la rge impersonal organizations into something that can be dealt with by a community.
As Lippitt, and others note:
Often the client system seems to be seeking
assura nce that the potential change agent is different
eno ugh from the client system to be a real expert and
yet enough like it to be thoroughly understandable
and approachable ... (and) will identify himself with
the system's needs and values, but who will at the

Local Participation
The principal participants in the local level are the mayor
and city counci l members, city planners and engineers, Chambers
of Commerce, local business enterprises, service clubs, school
districts, neighborhood and homeowner gro ups, and individual
property owners.
The base of a local governm ent's power is its position as
representative of community interests and local citize ns who
will be affected by the freeway location . The local community's
right to negotiate freeway agreements provides a means of power
by which to effectively block or veto adopted freeway route
locations which t hey will not accept. It also may employ threats,
public appeals, appeals to higher authority, and ou tright propaganda during the evaluation activities.

1 Lippitt, Ronald; Watson, Jeanne; and Westley. Bruce; The Dynam(New York, N ew York: Harcourt, Brace and
Company 1958), p. 134.

ics of Planned Change,

2/bid., pp. 134-155.
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Local elected officials often find themselves in an uneasy
position when questions about freeway location arise in their
community. Different alternatives affect the various homeowner
groups differently.
The first concern of the citizen living within the band of
interest on a freeway location study is whether or not a proposed
route will affect his property. The Revised Statutes of Nebraska,
1943, 1963 Cumulative Supplement, Section 76-71 0-01 stipulates: "where any condemner shall have taken, or attempts to
take, property for public use, the damages for taking such
property shall be determined according to the laws of this
State, irrespective of whether the condemner may be reimbursed
for a part of such damage from the federal government, and such
damages shall include all compensable damages suffered by the
condemnee including but not limited to the reasonable cost of
any necessary removal of personal property from the real
estate being taken and condemnee's abstracting expenses".
Questions relating to property value appraisal, relocation
of schools, public parks and religious institutions should,
therefore, be considered as important parts of the information

that needs to be developed in working with the community.
Another major concern of the citizen is the timing of these
future events, the scheduling of the planning study, and eventual
construction of the freeway. They also want to know how and
by whom the decisions are made, what is considered in making
decisions, and what influence they can exert on the decisions.
The design and operation of the facility is also a subject
of interest to the citizens. They realize the advantages of the
community provided access to the community, as well as some
of the problems. They will want to know where the interchanges
will be located, whether or not the freeway in their area will be
grade, elevated, or depressed. The problem faced by the citizen,
and the highway planner, is that the citizen's in terests as a homeowner are often in conflict with his or her interests as road user
and his or her requiremen ts for transportation. These are the
kinds of decisions and deliberations that the Omaha northside
citizens will be confronted with in the upcoming years. The
continuation of the North freeway construction will be a reality
then, when and if the 'maximum feasible participation' theory
is put into practice in the affected community.

Less than one-third of the population thinks the Justice
Department's charge is justified {see Table 4) . Again, op inion on
the part of the black po pula ti on differed significantly from the
wh ite po pulatio n. Seventy percen t of the blacks versus only
18 percent of the wr ites thin k the charge is justified.

TABLE 2
DO YOU FEEL T HE SCHOOLS SHOULD
BE DESEGREGATE D?
N umber of
Respondents

Yes

No

Don't
Know

TABLE 4

(Percent of Respondents)

DO YOU TH IN K THAT THE U.S. JUSTICE DEPARTMENT'S
CHARGE AGAINST THE OMAHA PUBLIC SCHOOLS FOR
SEGREGATION IS JUSTIFIED?

Total Public

269

55

34

11

Men
Women

94
175

66
50

29
36

5
14

Under 35 Years of Age
35-55
Over 55

115
98
56

56
62
43

37
28
36

7
10
21

Total Public

520

27

48

25

Have Child ren
No Children

123
146

62
50

30
36

8
14

Men
Women

166
354

31
25

51
47

18
28

White
Black
Other

192
71
7

39
91
57

48
6
0

13
3
43

Under 35 Years of Age
35-55
Over 55

203
188
129

35
26
16

45
52

48

20
22
36

20
46
44
46
50
28

8
15
10
13
16
6

Have Children
No Children

234
286

26
28

53
44

21
28

White
B lack
Other

408
93
15

18
70
20

57
14
40

25
16
40

Northeast
Southeast
Northcentral
Southcentral
Northwest
Southwest

115
89
112

50
21
22
19
13
25

28
54
50
57
63
52

22
25
28
24
24
23

Northeast
Sout heast
N or thcentral
Southcentral
N orthwest
Sout hwest

OMAHA PUBLIC SCHOOLS AND THE DESEGREGATION ISSUE:
A SURVEY OF PUBLIC OPINION

Do You Th ink the Just ice Department's Charge Against the
Omaha Publ ic Schools is Justified?

those und er 55 years of age, those with ch ildren in school,
blac ks, and residents of Northeast and Southwest portions of
Omaha feel more strongl y th at schools sho uld be desegregated.

82
52
50
22
32
32

72
39
46
41
34
66

Do Yo u Feel the Omaha Pu blic School

S y ~tem

Number of
Respondent s

has Promoted

A majority of the black population (64 percent) and only
23 percent of the white po pul ation believe that the Omaha
Public School syste m has promoted segregation (see Table 3) .
TABLE 1

Number of
Respondents

Yes

No

Number of
Respondents

Yes

No

No
Opinion

(Percent of Respondents)
(Percent of Respondents)

Do You Believe the Omaha Public Schools are Racially Segregated?
Two-thirds of the Omahans interviewed believe the Omaha
Public Schools are either segregated or partially segregated (see
Table 1 ). A greater proportion of the younger respondents, those
with children in school, and the black population replied that the
schools are either segregated or partiall y segregated.
Do You Feel the Schoo ls Should be Segregated?
Table 2 gives the responses to the follow-up question asked
only to those who indicated that the Omaha Public Schools are
segregated. Of those, about one-half (55 percent) of the
respondents indicated schools should be desegregated. Males,

6

Total Public

520

33

19

33

15

Men
Women

166
354

40
29

21
18

29
35

10
18

Under 35 Years of Age
35-55
Over 55

203
188
129

39
33
21

21
20
15

33
35
31

7
12
33

Have Children
No Children

234
286

34
31

21
17

37

30

8
22

White
Black
Other

408
93
15

26
66
27

18
18
13

10
40

Northeast
Southeast
Northcentral
Southcentral
Northwest
Southwest

115
89
112
68
62
69

51
32
30
22
29
22

17
25
17
13
18
20

39

18
26

39
53
34
42

17
6
20
14
17
14
12
19
16

Tota l Pub lic

520

30

52

18

Men
Women

166
354

31
30

53
52

16
18

Under 35 Years of Age
35-55
Over 55

203
188
129

38
29
19

52
55
49

10
16
32

Have Ch ild ren
N o Children

234
286

32
28

54
51

14
21

White
Black
Other

408
93
15

23
66
20

61
16
40

16
18
40

N ortheast
Southeast
N orthcen tral
Southcentral
N orthwest
Sout hwest

115
89
1 12
68
62
69

54
21
27
15
29
25

26
59
60
69
55
59

20
20
13
16
16
16

68
62
69

The interview resu lts point out th at there is a sign if icant
di ffere nce between the black and whi te po pulation on the
segregatio n issue. This difference is sharp enough to warrant
the expenditure of time and money on the part of the Omaha
Pu blic Schools and the City of Omaha to reduce the sch ism-a certain sou rce of fut ure conflict.
The opin ions of many remain uncertain, as approximately
35 percent of the respondents answered 'don't know ' or refused
to answer questions o n whether th e schools are segregated and
whether they should be desegrega ted. Therefore, it will depend
on how the issue is presented. Especial ly important wi ll be the
posi tion taken by th e civic leadership on th is issue.

DO YOU FEE L THAT THE OMAHA PUBLIC SCHOOL
DISTRI CT HAS PR OMOTED SEGREGATION?
Par- Don't
tially Know

Not
Sure

Conc lusion

TABLE 3

DO YOU BELIEVE THAT OMAHA PUBLIC SC HOOL S
ARE RACIALLY SEGREGA TED?

No

(Percent of Respondents)

Segregation?

Introduction
In an effort to determine public opinion on the current issue
of school desegregation, staff at the Center for Applied Urban
Research conducted telephone interviews with 520 Omaha area
residents over the March 15-22 period, at which time the Justice
Department's suit against Omaha Public Schools was in progress.
The major findings of the survey are as fol lows: (1) The
majority of Omahans believe that Omaha Public Schools are
racially segregated. (2) The majority also believe that OPS should
be desegregated. (3) No majority opinion is expressed by the
general public on questions of whether or not OPS has promoted
segregation and the justification or lack of justification in the
U.S. Justice Department's suit against OPS.

Y es
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